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Report  of  the  Committee  appointed  to  consider  the  Question 
of  I?  ail  way  Communication  with  Uganda. 


Members  of  the  Committee : 

Sir  Percy  Anderson,  K.C.B.,  K.C.M.G.,  Foreign  Office. 

Sir  Montagu  P.  Ommanney,  K.C.M.G.,  Crown  Agent  for  the  Colonies. 

Sir  Alexander  M.  Rendel,  C.E.,  K.C.I.E.,  Consulting  Engineer  to  the  Secretary 
of  State  for  India. 

Sir  John  Kirk,  K.C  B.,  G.C.M.G. 

Colonel  Colvile,  C.B.,  C.M.G.,  Her  Majesty’s  Acting  Commissioner  for  Uganda. 

1.  THE  Committee  understand  that  they  are  desired  to  consider  generally  the 
improvement  of  the  communication  between  Mombasa  and  the  Victoria  Kyanza  hv 
means  of  a  railway,  and  the  best  method  of  carrying  the  improvement  into  effect. 

2.  The  Committee  have  given  careful  consideration  to  the  very  able  and  exhaustive 
Report  on  the  surveys  of  the  Uganda  Railway  prepared  by  Major  Macdonald,  R.E., 
and  his  staff  (Parliamentary  Paper,  C. — 7025  of  1893),  and,  in  the  absence  of  Major 
Macdonald  in  India,  they  have  had  the  advantage  of  personal  conference  with  Captain 
Pringle,  P^.E.,  his  principal  assistant  on  these  surveys.  Their  conclusion  is  that, 
whilst  the  scheme  set  forth  in  this  Report  is  sound  in  its  general  features,  it  may  he 
somewhat  diminished  in  scope  and  cost,  without  detriment  to  the  objects  it  has  in 
view.  The  Committee  have  accordingly  thought  it  desirable  to  request  Sir  Alexander 
Rendel  and  Captain  Pringle  to  consider  whether  any  substantial  reductions  could  bo 
made  in  the  cost  of  construction  or  of  working.  The  estimates  have  been  revised  hv 
them,  as  carefully  as  the  materials  at  their  command  would  allow,  and  they  have 
proposed  modifications  which  will,  they  anticipate,  reduce  the  cost  of  constructing  the 
657  miles  of  railway  from  Mombasa  to  the  Lake  from  2,240,000/.  to  1,755,000/.,  or 
2,700/.  per  mile.  It  must  he  understood  that  they  have  dealt  only  with  immediately 
prospective  requirements.  As  traffic  develops  further  capital  expenditure  will  have  to 
he  incurred  on  additional  rolling-stock,  on  buildings,  and  on  ballasting,  hut  it  mav 
reasonably  be  expected  that  this  demand  for  increased  expenditure  will  he  accompanied 
by  a  corresponding  growth  of  revenue. 

The  following  are  the  principal  alterations  by  which  economy  is  effected  : — 

{a.)  The  reduction  of  the  gauge  from  3  ft.  6  in.  to  3  feet.  There  can,  the  Com¬ 
mittee  consider,  be  no  question  as  to  the  sufficiency  of  even  a  narrower  gauge  to  meet 
the  conditions  which  apply  in  this  instance,  hut  the  reduction  of  gauge  below  3  feet, 
while  it  effects  hut  a  trifling  economy  in  construction,  introduces,  in  the  mechanism 
of  a  line  and  otherwise,  if  not  difficulties,  at  least  inconveniences  for  which  that  savin » 
would  he  no  sufficient  compensation.  The  adoption  of  a  narrower  gauge  than  3  feet 
would  also  appreciably  limit  the  power  of  the  line  to  cope  with  developments  of 
traffic.  They  understand,  moreover,  that  the  line  commenced  in  the  German  sphere 
of  influence  is  of  3-foot  gauge,  which  may  be  regarded  as  some  confirmation  of  the 
opinion  that  a  smaller  gauge  is  undesirable. 

There  are  indeed  reasons  in  favour  of  the  adoption  in  preference  of  Hie  metre- 
gauge.  The  capacity  of  a  line  for  traffic  depends  much  more  on  its  rolling-stock  than 
on  its  gauge,  and  in  this  case  the  rolling-stock  will  for  many  years  he  very  small. 
In  the  case  of  a  sudden  emergency,  the  railway  would  fail  to  meet  the  demands 
upon  it  unless  an  immediate  increase  in  its  rolling-stock  could  he  effected,  and  this 
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would  be  impossible  unless  the  stores  of  existing  railways  on  the  same  gauge  could  be 
made  available.  But  there  are  few  or  no  other  railways  of  the  3-foot  gauge  ;  on  the 
other  hand,  there  are  thousands  of  miles  of  metre-gauge  railways  in  India  from  which 
practically  unlimited  supplies  of  rolling-stock  could  be  obtained  at  short  notice.  Bor 
these  reasons,  the  adoption  of  the  metre-gauge  is  worthy  of  serious  consideration, 
especially  as  the  change  would  not  materially  affect  the  financial  forecast. 

Bor  the  purpose,  however,  of  the  revised  estimate,  the  3-foot  gauge  has  been  taken 
as  the  basis. 

(b.)  The  reduction  of  the  weight  of  rail  from  50  lbs.  to  35  lbs.  a-yard.  This  latter 
weight  would  still  permit  of  the  use  of  locomotives  capable  of  hauling  a  traffic,  even 
over  the  heaviest  gradients  which  will  have  to  be  encountered,  largely  in  excess  ot 
any  reasonable  forecast. 

(c.)  Considerable  simplification  of  buildings  generally. 

(cZ.)  The  limitation  of  the  supply  of  rolling-stock  to  the  barest  requirements  in 
the  first  instance. 

(e.)  Seductions  in  the  general  charges  for  engineering  supervision  and  adminis¬ 
tration  during  construction. 

The  line  would  be  completely  bridged,  as  in  the  original  scheme.  The  rivers 
crossed  are  so  fewT  and  so  unimportant  that  there  would  be  no  economy  in  adopting 
ferries  instead  of  bridges  over  any  of  them. 

3.  The  working  expenses  of  the  line  contemplated  in  the  Report  of  1893  were 
estimated  at  67,0001  a-year  for  three  trains  each  way  per  week.  The  Committee  are 
of  opinion  that  this  estimate  is  capable  of  considerable  reduction,  and  that  the  modified 
scheme  might  be  worked,  on  the  same  train  basis,  for  50,000/.  a-year,  or  for  40,000/. 
on  the  basis  of  one  train  a-week  each  way,  which,  it  is  probable,  would  be  found 
fully  able  to  cope  with  the  initial  traffic. 

A.  It  is  difficult  to  estimate  what  might  be  the  yearly  revenue  of  the  line  at  the 
outset.  The  Report  of  1893  deals  with  the  question  in  considerable  detail,  and  puts 
it  at  60,000/.  a-year.  The  Committee  are  unable  either  to  dispute  or  corroborate  this 
estimate  by  any  data  in  their  possession  other  than  those  contained  in  that  Report ; 
but  as  regards  the  probable  bulk  of  traffic,  they  are  impressed  by  the  fact  that  so 
competent  a  judge  as  Sir  John  Kirk  is  of  opinion  that  the  public  contribution  to  the 
trade  carried  by  the  line  will  be  of  considerable-  volume. 

If  the  estimate  of  the  Report  should  exceed  the  probabilities  of  the  case  in  respect 
to  quantities,  it  would  appear  to  fall  short  of  them  in  respect  to  the  rates  which  might 
be  charged  for  the  upward  goods  which  would  form  the  bulk  of  the  traffic,  and  also 
for  an  important  part  of  the  downward  goods.  The  aim  should  be  to  make  the 
earnings  of  the  line  cover  its  working  and  interest  charges  either  by  carrying  large 
quantities  at  lowr  rates  or  small  quantities  at  high  rates. 

The  Report  calculates  that  goods  wall  pay  the  railway  about  17/.  a-ton  for 
transport  between  the  coast  and  the  Lake  ;  the  present  charge  is  about  180/.  What¬ 
ever  traffic  there  may  be  must  come  to  the  railway,  and  the  relief  which  it  would 
obtain  from  the  burden  of  the  present  charge  would  justify,  if  necessary,  a  large 
increase  in  the  rate  of  17/.  a-ton. 

Giving  due  weight  to  these  considerations  the  Committee  are  of  opinion  that  it 
is  not  unreasonable  to  hope  that  the  estimate  of  revenue  of  60,000/.  a-year  might  prove 
to  be  approximately  correct. 

It  seems  probable  that  the  traffic  which,  in  the  view  of  the  Committee,  will 
produce  this  revenue  may  be  earned  by  one  train  per  week  each  way,  the  cost  of  which 
has  been  estimated  above  at  40,000/.  a-year.  There  would  thus  be  a  commencing 
net  revenue  of  20,000/.  a-year  to  set  against  the  interest  charge  on  the  capital 
expenditure.  Taking  that  expenditure  at  3  per  cent,  on  a  capital  of  1,865,000/. 
(i.e.,  1,755,000 /.  with  allowance  for  interest  during  construction  for  four  years),  the 
debt  charge  would  be  56,000/.  a-year.  On  this  basis  the  apparent  initial  loss  on  the 
line  would  amount  to  36,000/.  a-year.  But  against  this  loss  credit  may  clearly  be 
taken  for  the  gain  which  the  opening  of  the  railway,  four  years  hence,  would  effect 
in  the  transport  of  Government  stores  and  passengers.  The  present  cost  of  that 
transport  may  be  taken  at  27,000/.  a-year,  to  which  may  be  added  10,000/.  for 
transport  to  intermediate  stations  which  has  hitherto  been  provided  for  by  the  British 
East  Africa  Company.  A  further  addition  must  be  made,  to  this  total  of  37,000/.,  to 
represent  the  growth  of  the  Government’s  transport  requirements  during  the  next 
four  years,  and  the  increased  cost  arising  from  the  difficulty  of  obtaining  porters 
which  the  Administration  is  already  experiencing,  and  which  is  likely  to  be  more 
strongly  felt  in  the  future.  The  Committee  consider  that  the  cost  of  Government 
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transport,  under  the  present  system,  and  under  these  conditions,  may  reach,  four  years 

hence,  at  least  40,000/.  a-year.  . 

5.  The  saving  to  the  Government  which  the  opening  of  the  railway  might  he 
expected  to  effect  would  he  the  difference  between  this  expenditure  for  goods  and 
passenger  transport  hy  road  and  the  expenditure  for  the  same  amount  of  transport  by 
railway.  At  the  rates  assumed  in  the  Report  of  1893  the  latter  expenditure  may 
be  taken  at  6,500/.  a-year.  The  net  saving  in  transport  would  thus  be  33,500/. 
a-year. 

Taking,  then,  into  account,  on  the  one  side,  the  debt  charge  of  56,000/.  a-}rear, 
and,  on  the  other,  the  saving  of  33,500/.  a-year,  with  the  estimated  net  earnings 
of  20,000/.,  the  construction  of  the  line,  under  the  reduced  scheme,  would  result  in 
loss  to  the  Government  at  the  outset  of  2,500/.  a-year. 

The  Committee,  while  submitting  this  figure  as  fairly  deducible  from  the  Rnport 
of  1893,  are  anxious  that  it  should  be  understood  that  it  is  entirely  dependent  on 
the  realization  of  the  traffic  estimate  of  that  Report. 

6.  If  it  should  not  be  deemed  desirable  to  incur,  at  the  outset,,  the  capital 
expenditure  involved  in  carrying  the  line  to  the  Lake,  its  terminus  might,  for  the 
present,  be  fixed  at  a  point  near  Kikuyu,  310  miles  from  Mombasa,  and  the.  road 
communication  from  that  point  to  the  Lake  might  be  improved  so  as  to  facilitate 
waggon  transport.  By  this  arrangement  the  advantage  would  be  secured  of  having 
railway  communication  beyond  the  region  infested  by  the  tsetse  fly.  The  cost  of  this 
section  of  the  railway,  being  of  the  same  character  as  that  contemplated  in  the 
revised  estimate,  may  be  taken  at  750,000/.,  or  2,420/.  a-mile.  The  cost  of  road 
improvement  and  of  the  necessary  wuggon  and  cattle  stock  is  estimated  at  50,000/. : 
this  charge  would  include,  as  in  the  case  of  the  railway  estimates,  the  construction 
of  a  line  of  telegraph  to  the  Lake,  which  might  amount  to  25,000/.  The  working 
expenses  of  this  shorter  railway,  on  the  basis  of  one  train  a-week  each  way,  might  be 
taken  at  24,500/. ;  the  annual  cost  to  the  Government  of  their  waggon  service  over  the 
improved  road  for  a  traffic  of  9,000  loads  (about  300  tons),  is  estimated,  as  the  Com¬ 
mittee  learn,  by  Major  Macdonald,  at  5,700/. ;  the  total  annual  working  expenses  of  this 
alternative  scheme  would  thus  he  30,200/. 

The  initial  traffic  over  the  railway  would  probably  not  exceed  25,000/.  a-year, 
but  some  revenue  on  down  traffic  might  also  be  obtained  from  the  road.  The  total 
earnings  of  the  joint  scheme  might,  therefore,  be  approximately  taken  at  28,000/.,  in 
which  case  the  scheme  would  not  quite  cover  its  working  expenses  at  the  outset. 
The  debt  charges,  calculated  on  a  capital  of  826,000/.  (/.«?.,  800,000/.  with  allowance 
for  interest  during  construction  in  two  years),  wrould  be  24,780/.  a-year.  Taking  into 
account  the  saving  which  the  Government  might  expect  to  make  on  the  transport 
of  its  stores,  the  construction  of  the  joint  scheme  would  thus  probably  result  in  a 
substantial  saving  to  Government. 

But  though  this  scheme,  regarded  from  the  point  of  view  of  annual  working 

only,  might  give  the  best  results,  on  all  other  grounds  direct  railway  communication 

with  the  Lake  seems  to  be  preferable.  It  must  be  remembered  that  a  large  proportion 

of  the  estimated  initial  traffic  of  the  completed  line  is  grain  and  other  produce  from 

the  neighbourhood  of  the  Lake,  which  cannot  bear  the  cost  of  road  transport.  At  no 

period  could  this  traffic  be  expected  to  come  to  a  line  the  terminus  of  which  would 

be  fixed  more  than  300  miles  from  the  centre  of  production.  To  stop  at  Kikuyu 

must  therefore  result  in  seriously  jeopardizing  the  prospect  of  the  material  contribution 

of  the  line  to  the  development  of  Uganda,  which  would  be  one,  at  least,  of  the  most 

important  objects  of  the  proposed  expenditure.  These  considerations,  and  the  certainty 

that  partial  railway  communication  would  result  in  throwing  the  trade  of  Uganda 

into  the  hands  of  the  German  Railway,  if  that  line  reaches  the  Lake,  appear  to  the 

Committee  to  prove  that  by  far  the  better  scheme  is  to  carry  the  railway  without 

delav  to  its  natural  terminus  at  the  Lake. 

* 

7.  It  remains  to  consider  what  arrangements  are  most  likely  to  insure  the  prompt 
construction  of  the  line  and  its  efficient  and  economical  working. 

These  operations  may  be  undertaken  by  the  Government  itself,  or  it  may  delegate 
them  to  a  Company  or  Syndicate  under  a  Concession  involving  a  guarantee  of  interest 
by  the  Imperial  Government  or  other  substantial  financial  support.  In  the  proposals 
which  have  been  made,  and  in  the  correspondence  which  has  appeared  in  the  public 
press,  it  has  been  assumed  that  a  guarantee  of  3  per  cent,  would  be  required,  and 
that  the  Concession  would  be  based,  generally,  on  the  Indian  Guaranteed  Railway 
Contracts.  It  seems  necessary  to  bear  in  mind,  in  this  connection,  the  essential 
difference  between  the  conditions  under  which  the  Indian  guaranteed  railways  have 


been  built  and  those  which  prevail  in  Uganda.  In  India,  as  a  rule,  an  enormous 
population,  attached  for  generations  to  the  soil  and  its  cultivation,  a  large  existing 
traffic  needing  only  the  stimulus  of  cheap  transport  to  insure  speedy  development 
and  very  exceptional  administrative  facilities  for  exercising  a  close  and  constant 
control  over  the  working  of  the  lines,  may  have  justified  the  Government  of  India 
in  giving  guarantees  which,  in  most  cases,  were  likely  to  remain  wholly  or  partia  y 
inoperative.  But  in  Uganda  these  conditions  are  completely  reversed.  It  would  be 
most  difficult  for  the  newly-organized  Administration  to  avail  itself  of  the  protective 
clauses  of  the  Indian  Guaranteed  Bailway  Contract.  There  is  every  ground  for 
apprehending  that,  in  this  case,  the  extremely  unsatisfactory  expeiience  of  Oolonia 
Governments  in  regard  to  such  Concessions  would  be  repeated  and  accentuated.  It 
the  estimates  of  earnings  were  not  realized,  if  those  of  working  expenses  were  exceeded 
(both  very  possible  contingencies),  or,  if  through  errors  of  management  or  through 
difficulties  with  the  native  tribes  the  scheme  were  not  a  financial  success,  not 
only  would  the  Imperial  guarantee  become  fully  operative,  but  the  Government 
would  be  exposed  to  constant  claims  for  further  assistance  by  the  Company,  which 
would  hardly  be  content  to  continue  working,  under  unfavourable  conditions,  a 
railway  which  it  would  well  know  the  Government  could  not  allow  to  cease  running. 
Moreover,  there  would  be  in  this  case  difficulties  which  probably  have  never  before 
been  encountered  in  the  same  degree.  The  commencing  charges  must  necessarily  be 
exceptionally  heavy,  but,  if  justice  is  to  be  done  to  the  country,  ther  must  be  i educed 
from  time  to  time  by  leaps  and  bounds.  It  is  impossible  to  hope  that  such  reductions 
would  be  made  by  a  Company  as  fully  or  as  quickly  as  they  ought  to  be,  and  the 
consequence  would  be  a  friction  between  the  Company  and  the  Government,  which 
would  greatlv  strain  their  relations.  In  such  circumstances,  the  Committee  fear  that 
the  Government  would  eventually  be  compelled  to  purchase  the  undertaking  on  a 
capital  basis,  which,  for  the  reasons  given  in  the  next  paragraph,  would  certainly 

be  most  unfavourable  to  the  Government. 

8.  Apart  from  these  risks,  which  appear  to  the  Committee  to  be  of  a  serious 
nature,  there  are  the  general  objections  to  which  the  granting  the  financial  support 
of  Government  to  Companies  or  Syndicates  is  admitted  to  be  open.  The  Government 
does  not  derive  the  full  benefit  of  its  credit  in  borrowing  through  the  intermediary 
of  such  bodies ;  and  it  is  difficult  to  insure  that  the  capital  on  which  the  guarantee  is 
given  shall  not  considerably  exceed  that  required  for  the  work,  and  shall  not  include, 
m  some  form  or  another,  substantial  provision  for  promotion  and  other  questionable 
profits. 

As  an  important  objection  to  the  acceptance  of  the  offers  which  have  been  made 
to  contract  for  the  construction  of  this  line  apart  from  its  working,  the  Committee 
would  point  out  that  only  a  reconnaissance  survey  has  been  made,  that  neither 
detailed  survey  specifications  nor  bills  of  quantities  have  been  prepared,  and  that, 
were  the  Government  to  embark  on  a  contract  on  such  incomplete  preliminaries,  it 
would  incur  grave  risk  of  pecuniary  loss,  as  well  as  of  difficulties  of  execution. 

9.  It  appears  to  the  Committee  that  if  circumstances .  render  it  expedient  for 
Her  Majesty’s  Government  to  give  its  financial  support  to  this  undertaking,  the  least 
onerous  and  the  least  hazardous  manner  in  which  that  support  can  be  given  is  .by 
the  Government  itself  finding  the  necessary  capital,  and  constructing  and  working 
the  line  on  what  is  known  in  India  and  the  Colonies  as  the  Departmental  system, 
that  is,  by  its  own  officials,  without  the  intervention  of  either  contractor  or  Company. 
The  Government  would,  in  this  way,  profit  to  the  full  by  its  high  financial  credit ; 
it  would  not  raise  one  penny  of  capital  beyond  that  required  for  the  work ;  it  would 
be  able  to  exercise  complete  control  over  the  working  of  the  line ;  it  would  have  at 
its  command  men  of  the  highest  experience  in  such  matters,  actuated  by  the  sole  idea 
of  doing  the  best  they  can  in  the  interests  of  the  Government,  and,  above  all,  it  would 
have  a  °more  free  hand  in  respect  of  rates  and  fares ;  it  would  be  in  a  position  to 
profit  by  the  success  of  the  line,  instead  of  merely  taking  the  risk  of  losses  without 

the  chance  of  profit.  ,  . 

The  Committee  see  no  reason  why  the  Uganda  Bailway  could  not  be  constructed 

and  worked  by  the  Government  with  as  much  facility  as  many  thousands  of  miles 
of  railway  which  have  been  constructed  and  worked,  under  a  similar  system,  in  India 
and  the  Colonies. 

10.  There  is,  of  course,  the  alternative  of  the  Government  entering  into  a  contract 
for  the  construction  of  the  line,  the  subsequent  working  of  which  would  be  intrusted 
to  its  own  officers.  The  adoption  of  this  alternative  may  be  necessary  where  there 
is  any  doubt  as  to  the  possibility  of  obtaining  competent  supervision  for  the  execu- 
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tion  of  the  work  departmentally,  or  of  securing  for  the  officers  of  the  Government 
a  discretion  akin  to  that  given  by  a  contractor  to  his  chief  agent ;  hut  where  these 
conditions  can  he  fulfilled,  there  seems  to  he  no  necessity  for  sacrificing  the  con¬ 
siderable  saving  of  a  large  proportion  of  the  contractor’s  profit,  which  may.  he 
expected  from  the  Departmental  system,  and  as  hotli  the  India  and  Colonial  Offices 
have  at  their  disposal  all  the  organization  required  for  the  Departmental  execution 
of  public  works,  there  does  not  appear  to  the  Committee  to  he  any  difficulty  in 
satisfying,  in  this  instance  as  successfully  as  in  others,  the  governing  conditions  of  that 
system. 

11.  The  Committee  apprehend  that  it  is  beyond  their  province  to. advise,  if  the 
Government  should  undertake  the  work,  how  the  funds  should  be  provided,  wlietner 
by  placing  the  amounts  required  year  by  year  on  the  estimates,  or  by  obtaining 
the  necessary  funds  from  the  market  by  the  intermediary  ot  some  form  01  agency 
acting  for  the  Government.  Sir  M.  Ommanney  has  furnished  the  Committee  with  a 
Memorandum  which  is  appended  to  this  Deport,*  showing  how  an  arrangement  of 
this  kind  might  be  expected  1o  work  in  actual  practice. 

12.  If  the  construction  of  a  railway  be  decided  on,  the  recommendations  of  the 
Committee  may  be  summarized  as  follows  : — - 

(a.)  That  the  Lake  be  accepted  as  the  natural  terminus,  to  which  point  the  line 
should  be  carried  as  speedily  as  possible. 

(, b .)  That  the  reduced  scheme  for  the  line  from  Mombasa  to  Victoria  Nyanza  be 
adopted. 

(c.)  That  the  Government  raise  the  capital  itself,  and  construct  and  work  the 
line  by  its  own  officers. 

(, d .)  That  the  scheme  for  the  construction  of  a  railway  to  Kikuyu,  with  road 
improvement  from  that  point  to  Uganda,  if  adopted,  be  regarded  as  merely  a  palliative 
to  existing  difficulties  of  labour  and  transport. 

(Signed)  H.  PERCY  ANDERSON. 
M.  E.  OMMANNEY. 

A.  M.  RENDER. 

JOHN  KIRK. 

H.  E.  COLYILE. 


APPENDIX. 

Merely  as  a  convenient  mode  of  illustrating  the  alternative  of  obtaining  the  funds 
for  this  undertaking  from  the  market,  through  an  agency  acting  on  behalf  of  the 
Government,  I  may  "explain  that  if  the  issue  were  intrusted  to  the  Crown  Agents  for 
the  Colonies,  all  that  would  be  necessary  would  be  to  introduce  a  Bill  authorizing  the 
Government  to  give  a  guarantee,  not  exceeding  3  per  cent.,  on  the  necessary  capital, 
and  extending  to  any  stock  to  be  issued  under  the  Act  the  provisions  of  the  Colonial 
Stock  Act  of  1877,  so  far  as  they  might  be  applicable.  With  such  powers,  and  under 
existing  market  conditions,  the  Crown  Agents  would  hope  to  issue  East  African  stock 
as  a  2f  per  Cent.,  and  to  realize  for  it  a  premium  above  par,  sufficient  to  cover  all  the 
expenses,  including  the  composition  for  stamp  duty,  and  possibly  even  to  provide,  in 
addition,  a  substantial  sum,  which  might  either  form  the  nucleus  of  a  sinking  fund,  or 
be  applied  towards  the  payment  of  interest  during  construction.  It  is  even  probable, 
looking  to  the  present  price  of  the  per  Cent,  annuities,  which  expire  in  I'.JOo,  that 
this  stock,  having  a  much  longer  assured  currency,  might  be  issued  as  a  2^  per  Cent., 
and  realize  a  premium.  But  merely  on  the  basis  of  a  2f  per  Cent,  stock,  the  debt 
charge  on  the  line,  which  is  referred  to  in  paragraph  4  of  the  Report,  would  be 
reduced  from  56,000k  to  51,787k,  and  the  annual  loss  of  2,500k  to  which  the 
Committee  refers  would  be  converted  into  a  saving  of  about  the  same  amount.  In 
the  present  condition  of  the  finances  of  Uganda,  it  would  be  well  not  to  provide  in  the 
terms  of  issue  to  the  public  for  the  formation  of  a  sinking  fund,  but  merely  to  take 
power  to  pay  off  the  stock,  by  notice,  after  twenty-five  or  thirty  years,  a  period  quite 
long  enough  not  to  deter  Trustees  from  investment.  But  the  Imperial  Government 
would  doubtless  stipulate  that  the  Administration  of  Uganda  should  make  the  service 
of  the  debt  a  first  charge  on  its  revenues  after  the  expenses  of  Government,  any 
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surplus  beyond  the  interest  being  treated  as  a  contribution  to  sinking  fund,  according 
to  the  growth  of  which  the  Government  could  avail  itself  of  its  power  of  redeeming 
the  stock. 

Taking  the  reduced  scheme  for  the  complete  line  to  Uganda  as  the  basis  of  the 
capital  required,  the  amount  to  be  raised  will  be  1,805,000/.  Assuming  the  issue  of 
a  2f  per  Cent,  stock  through  a  Government  agency,  the  annual  charge  would  be 
51,787/. 


April  27,  1895. 


(Signed) 


M.  P.  OMMANNEY. 
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